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Aviation in 2114? What will it be like. For the answer, it might help to review the advances to date. Starting with1903, one hundred 

and eleven years ago with the iconic first flight of the Wright brothers in their 1903 Wright Flyer. The brothers taught the World to Fly! 
Wind, sand, and a dream of flight brought Wilbur and Orville Wright to Kitty Hawk, North Carolina, where, after four years of experimenta-
tion, they achieved the first successful airplane flights in 1903. With courage and perseverance, these self-taught engineers relied on team-
work and application of the scientific process. What they achieved changed our world forever. Eleven years later in 1914, their invention had 
morphed into flimsy wood and canvas covered airplanes that were armed, and also capable of dropping bombs. 
     This year marks the 100th anniversary of the first commercial flight: a 23-minute hop across Florida's Tampa Bay. The St. Petersburg-
Tampa Airboat Line was subsidized by St. Petersburg officials who wanted more winter tourists in their city. The alternative: an 11-hour train 
ride from Tampa. That day, pilot Tony Jannus had room for just one passenger, the mayor of St. Petersburg, who sat next to him in the open 
cockpit. Three months later, when tourism season ended, so did the subsidy. The airline had carried 1,204 passengers but would never fly 
again. 
     Air travel was a risky business back then. Those early flights were akin to a roller-coaster ride today, but the risk was real. It took some 
time for the commercial airline industry to really get going. Back then, train travel ruled. Most people viewed air travel as an expensive ex-
travagance at the time. But this new mode of travel also captured everyone's imagination. People knew that big things were coming and that 
air travel would be in the middle of it all. 
     The fundamentals of air transport will not change dramatically. We’ll still need (three kilometres) of asphalt to take off and land. So we’re 
not looking at airports in the foreseeable future handling aircraft that take off ballistically and have trouble on re-entry. 
Anti-gravity aircraft or electric batteries powering airplanes will probably happen one day, but no work is being done by the serious guys on 
that yet. 
     We’ll see airplane that are marginally better every cycle, that are quieter every generation, use less fuel, less polluting fuels, carry people 
longer, farther, and perhaps a little higher to be more (aerodynamically) efficient. 
     Boeing may or may not be working, with the Pentagon, on the B797. Or is it the X-48 unmanned aerial vehicle? Or the BWB (blended 
wing body)? 
     Anti-gravity propulsion, not thrust, may or may not launch airplane-like vehicles of the future into orbit. 
     Supersonic, post-Concorde, may be resurrected. 
     People movers could be humongous drones. 
     Planes may eventually be powered by electric batteries. 
     All are conceivable. But don’t hold your breath. 
     The fact, not universally known, is that some airplanes currently do have the technical ability to take off, fly and land, all without a pilot.         
The aircraft will follow a pre-programmed route. But before pilots come down on the notion like a ton of bricks, let’s hastily add that this is 
not about to happen. No one would board a pilotless airplane, and pilots are essential in case something, or anything goes wrong. 
But what are the whiz-bang technologies that will revolutionize commercial aircraft 100 years hence? What transformative, not just evolu-
tionary technologies will be developed? How will the airline experience of 2114 stack up against today’s? No one can answer that with any 
accuracy. 
     The last truly transformative technological achievement in commercial aerospace was the jet engine, developed in the 1930s and 1940s for 
jet fighters, but not commonly used in commercial aircraft until nearly 20 years later. 
     Many aerospace engineers believe that aviation’s most likely radical futuristic commercial design, will take a page out of military flying 
wings like the B2 “stealth” bomber, except much bigger to accommodate a few hundred passengers. It would supplant the traditional notion 
of an airplane,  a long tube with engines anywhere from the front of it to the rear, by a flattened-out delta-shaped design. 
     In decades to come, someone will invent a new kind of propulsion. Anti-gravity seems to be perfectly attainable physically because gravi-
ty is a force,  and like with electricity, you find a way to reverse that force. And when someone figures out how to harness that anti-gravity 
force, at that point, the airline industry will be totally different.  
     But on the way to that ultimate breakthrough, aviation will have to achieve more modest breakthroughs, like bio-fuels that can be pro-
duced in industrial quantities. Its highly likely that cargo operators will begin using pilotless aircraft in the not-too-distant future. 
     There are major secrets to be uncovered that a small group might first successfully uncover and pioneer to advance aviation to a level that 
we can only dream about at the present time. 
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Message from the President. 

 

A s 2014 races to a close, I look back and wonder where the year went. Here in Southern Ontario, we endured a harsh winter unlike any-
thing we have seen in many years. Spring and Summer were cooler and wetter than we have seen in a few years, although Fall has been 

pretty nice for the most part, and who knows what is in store for this coming winter. 
 The 2014 Reunion in Comox has come and gone, and for those that attended, it was a very enjoyable time. The weather in the 
Comox Valley was absolutely stellar throughout our whole stay, making it very difficult to leave after the festivities were over. Attendance 
was a bit disappointing, although all those that did attend, seemed to enjoy themselves, I know I did. I would like to take this opportunity to 
personally thank Fred Goldie and his committee on behalf of the CMFEA, for the tremendous job they did putting this reunion together . Any-
one who has been involved with organizing an event like a reunion, knows how much work can be involved, and the stress that goes with it 
when large amounts of money are involved. A personnel THANK YOU, and a BRAVO ZULU to each and every member of the 2014 Comox 
Reunion Committee, for stepping up and hosting the reunion this year. 
 I would like to take this opportunity to thank the members who responded to our appeal to receive/view the Propwash on line. As we 
stated, our biggest annual expense is the printing and mailing of the Propwash, and your support will help a great deal to reduce our yearly 
expenses. Again, I appeal to any member who has access to the internet to consider viewing your copy on line, and enjoy the full colour ver-
sion instead of the back & white mailed version. To our members who do not have access to a computer or the internet, rest assured you will 
continue to receive your Propwash in the mail. Please let us know if you move or change you email address. We can't get the Propwash out to 
you if we don't know where you are. 
 I would like to invite all our members to attend the next reunion in Trenton in 2016. The tentative date at this time is the weekend of 
the 9,10, 11 of September, and I hope we will see many of you there. 
     That brings me to the final point I would like to discuss with you, the membership. The question arose at this past reunion as to whether or 
not we should continue to hold national reunions every two years, and those of us on the national executive have had similar discussions here 
as well about the same issue. In the years since the CMFEA was formed, a great number of the original members have passed away, and those 
still with us are reaching an age where travel is very difficult, if not impossible because of medical issues or the cost of travel (one coast to the 
other) in this country. It seems that the same people in each region are taking on the task of organizing the bi-annual reunion, and we don't 
seem to be attracting a lot of new faces to these events. With this in mind, I am going to suggest that the reunion in Trenton in 2016 will be the 
last reunion we will hold on a regular basis every two years, unless I hear a huge response from the members that we should continue them. If 
indeed, 2016 is the last regular annual reunion, should we try to do something special?  
     I don't want to suggest that there will not be future events. Each region has their own functions on a yearly basis and that will continue. In 
fact, I hope each region would let the membership know about these events either through the Propwash or the web site, so everyone is aware 
and could arrange to attend if they were in the area. If any of our members have strong feelings about these issues one way or another, I would 
like to hear from you. My contact information is listed in the Propwash. 
     Finally, in closing, I would like to take this opportunity on behalf of the CMFEA Executive, to wish each and everyone of you and your 
families, a very  

MERRY CHRISTMAS  AND A HAPPY, HEALTHY & PROSPEROUS NEW YEAR. 
 

          L.G. “Mac"   MacGregor    President CMFEA  
 

T he rain was pouring down and there was a big puddle in front of the Celtic Pub, in downtown Trenton. A ragged old retired Flight 
Engineer was standing near the edge with a fishing rod, his line in the puddle. 
A curious young air force pilot came over to him and asked what he was doing. 

              Fishing,' the old Flight Engineer simply said. 
              Poor old fool,' the air force officer thought and he invited the ragged old Flight Engineer into the pub for a drink. 
              As he felt he should start some conversation while they were sipping their whisky, the haughty pilot asked, 
              "And how many have you caught?'   

    'You're the eighth,' the old Flight Engineer answered. 

Please	submit	your	association	dues	for	2015.	

Helluva	good	deal	for	only	0.02739726	¢	a	day	for	365	days		=		$10.00	
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A 
 flight engineer (FE), also sometimes called an air engineer, is a member of an aircraft’s flight crew and is the person who mon-
itors and operates its complex aircraft systems. In the early era of aviation, the position was sometimes referred to as the "air me-
chanic". Flight engineers can still be found on some larger fixed wing airplanes, and rotary wing helicopters. A similar crew posi-
tion exists on some spacecraft. 

     Not all large aircraft were designed and built with a flight engineer's position, and in many, if not most modern aircraft, their complex sys-
tems are both monitored and adjusted by electronic microprocessors and computers, resulting in the elimination of the flight engineer's posi-
tion. 
     Historically, as airplanes became ever larger requiring more engines and complex systems to operate, the workload on its two pilots be-
came excessive during certain critical parts of the flight regime, notably takeoffs and landings. Piston engines on airplanes required a great 
deal of attention throughout the flight with their multitude of gauges and indicators. Inattention or a missed indication could result in engine 
or propeller failure, and quite possibly cause loss of the aircraft if prompt corrective action was not taken. 
     In order to dedicate a person to monitoring the aircraft's engines and its other critical flight systems, the position of "flight engineer" (FE) 
was created. The FE did not actually fly the airplane; instead, the flight engineer's position had a specialized control panel allowing for the 
monitoring and control of various aircraft systems. The FE is therefore an integrated member of the flight deck crew who works in close co-
ordination with the two pilots during all phases of flight. 
     Traditionally, the FE station has been usually placed on the main flight deck just aft of the pilot and copilot. Earlier referred to as a "flight 
mechanic" on the four engine commercial seaplanes like the Sikorsky S-42, Martin M-130 and the Boeing 314 Clipper, the FE's role was re-
ferred to as an "engineer" (much like a ship's engineer) on the first very large flying boat, the Dornier Do-X. On the Do-X, the FE operated a 
large and complex side facing engineering station similar to later large transport aircraft. 
     The first commercial land airplane to include a flight engineering station was the  Boeing 307 Stratoliner, but only ten were built before 
the onset of World War II. During the war the Avro Lancaster and the Hadley Page Halifax bombers employed FEs, as these large aircraft 
employed only a single pilot. The first Allied military operation during the Second World War involving FEs occurred in February 1941 with 
a Short Stirling; it was the first four-engined bomber raid of the war by the RAF. 
     Starting in the 1980s, the development of powerful and small integrated circuits and other advances in computers and  digital technology 
eliminated the need for flight engineers on airliners and many modern military aircraft. Some of the last aircraft built with flight engineer 
stations were early-production Boeing 767s, Tupolev Tu-154s and military variants of the  Boeing 707, such as the E-3 Sentry and E-6 Mer-
cury. 
     On two-pilot flight deck airplanes, sensors and computers monitor and adjust systems automatically. There is no onboard technical expert 
and third pair of eyes. If a malfunction, abnormality or emergency occurs, it will be displayed on an electronic display panel and the computer 
will automatically initiate corrective action to rectify the abnormal condition. One pilot (PF) does the flying and the other pilot (PNF) re-
solves the issue. 
     The elimination of flight engineers on certain airframes has become a topic of controversy among aerospace professionals following sever-
al incidents, in which pilots may have been overcome by task saturation. Modern technological advancements in today's aircraft have reduced 
the dependence upon human control over systems. However, aircraft designed with the dependence upon a flight engineer to identify and 
correct in-flight malfunctions exhibit a higher mission-successful rate than aircraft modified with an electronic flight malfunction/correction 
analysis system. For this reason, some military aircraft still retain flight engineers, since the cost of hiring extra crew members is less of an 
issue for military and government organizations than it is for commercial operators. 

Comprehending Engineers - Take Three 
 

A Pastor, a Doctor and a Flight Engineer were waiting one morning for a particularly slow group of golfers. 

The engineer fumed, "What's with these guys? We must have been waiting for 15 minutes!" 
The doctor chimed in, "I don't know, but I've never seen such ineptitude!" 
The pastor said, "Hey, here comes the greens-man. Let's have a word with him." 
"Hey George. Say, what's with that group ahead of us? They're rather slow, aren't they?" 
The greens-man replied, "Oh, yes, that's a group of blind firefighters. They lost their sight saving our  
clubhouse from a fire last year, so we always let them play for free anytime." 
The group was silent for a moment. 
The pastor said, "That's so sad. I think I will say a special prayer for them tonight." 
The doctor said, "Good idea. And I'm going to contact my ophthalmologist buddy and see if there's  
anything he can do for them." 
   The Flight Engineer said, "Why can't these guys play at night?" 

 

http://en.wikipedia.org/wiki/Aircraft_systems�
http://en.wikipedia.org/wiki/Microprocessor�
http://en.wikipedia.org/wiki/Computer�
http://en.wikipedia.org/wiki/Seaplane�
http://en.wikipedia.org/wiki/Sikorsky_S-42�
http://en.wikipedia.org/wiki/Martin_M-130�
http://en.wikipedia.org/wiki/Avro_Lancaster�
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F l y i n g  i n  a  K i t e  

It  was a cool and blustery day on September 27, 2014 at the 
Guelph Airpark. It was the annual open house and fly in event 

at the Tigerboys. The turnout  of people and visiting aircraft seemed 
lower than in past years. The cool weather and high winds may have 
been a contributing factor to the low attendance. But, with the wind 
approaching the no-go limits, I was still able to take a flight in the 
Tigerboys Fleet Finch. 
     The history of the Finch began back in the latter part of the nineteen 
twenties. The Fleet Aircraft Division of the Consolidated Aircraft Corp. 
was formed in Buffalo, New York, in 1929, specifically to undertake 
production of the Fleet Trainer. Prior to 1932, the Fleet I (110-hp Warn-
er), the Fleet 2 (100-hp Kinner), and the Fleet 7 (125-hp Kinner) outsold 
any other make in their class and also proved to be popular overseas, 
particularly in China and Latin America. In all, about 600 Fleets were produced in the United States before production was terminated in 
1935. 
     In the late 1930s, Fleet Aircraft of Canada acquired the manufacturing rights to the design and began producing an improved version of 
the Fleet I under the designation Fleet 16B, Finch 11. These models were equipped with 125-hp Kinners, and over 600 were delivered to the 
R.C.A.F. as basic trainers during the early part of the war. Most of these Canadian models are equipped with a sliding canopy to replace the 
open cockpit of the earlier models. Perhaps, 30 Fleets exist today in the United States, with a few more active in Canada and other countries.  
     Getting into the cockpit of the aircraft is truly an exercise in dexterity. After climbing up onto the inner slopping surface of port wing, you 
grab on to the upper wing hand hold. You then lift your right leg up over the side of the fuselage and put your foot down and on to the leather 
seat. After this, you do the same with your left leg. Now standing on the seat and still holding on to the hand hold, you carefully slide your-
self  down into a sitting position on the seat. After installing yourself into the cockpit box, you strap in with a shoulder/lap seatbelt and 
you’re now, literally wearing the aircraft. Sitting in the tight confines of the cockpit, you have no room to move your body except your arms. 
     Powered by our Kinner B-5, five-cylinder, 125 hp radial piston engine, and at an estimated take off weight of  1800 lbs, we applied take 
off power. The shaking, rattling, and noisy flying contraption quickly jumped into the air  in a very short distance, with the assist of a strong 
gust of wind. We bobbed our way up and down in wind shear as we climbed to and levelled off 3000 ft. Cruising along at about 80 mph in 
moderate turbulence, we enjoyed the view of the vast expanses and patchwork of country fields below. 
     To our surprise, we were shortly joined in flight by another aircraft who began to fly along with us in close formation. The aircraft was 
a Citabria aircraft. This airplane is a light single-engine, two-seat, fixed conventional gear airplane which entered production in the United 
States in 1964. Designed for  flight training, utility and personal use, it is capable of sustaining  aerobatic stresses from +5g to -2g. Its name 
spelled backwards, "airbatic", reflects this.  Siting in the rear seat of the aircraft was Eric Dumigan with his camera, shooting pictures of our 
aircraft as we flew along together. 
     For the past twenty three years, Eric has freelanced for several Canadian, American, French, Australian and British Aviation magazines. 
He has published over 250 articles and 2,500 photos as well as having photos in several aviation museums and businesses. Eric enjoys photo-
graphing everything from weddings to wildlife. He is a Certified Photographic Consultant with the Society of Photographic Consultants and 
is a member of the Society of Photo Finishing Engineers, and works for Canada’s largest photo finishing company as a Minilab Support & 
Quality Analyst. 
     At one point flying in formation, we had to dive down and away from the Citabria while he was flying above us, to avoid a collision. The 
up and down turbulence from the wind almost lifted our aircraft up and into the bottom surface of the Citabria. Once back in a somewhat 
stable flight formation with the Citabria off our starboard wing, I shot numerous pictures of Eric’s aircraft while he was shooting us. 
     Later after landing, I made enquiries to determine who had been flying  formation with us. Having been told that it might have been Eric 
Dumigan, I was able to contact him by email to confirm it was him. He was kind enough to forward 
me a set of the photos he shot of us flying inn the Fleet Finch. 

    It turned out to be a most memorable day, one I will never forget, flying in a kite. 
  
Editors note; What started as a hobby for Eric at age nine soon turned into a life long passion. To date 

Eric has written over 240 articles and has more than 2,700 photographs published in calendars, books 
and magazines. His family photo collection dates back three generations to when his grandfather pho-
tographed the R-100 airship at St. Hubert, Quebec in 1930.  

Rear seat with camera in my face 

http://en.wikipedia.org/wiki/G-force�
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2014 marks the 100th anniversary of commercial flight!  
  First commercial flight: 

C ommercial aviation began with only one passenger on one route on January 01, 1914, in Florida, USA. Today the 
global aviation industry provides unprecedented connectivity, and positively impacts directly and indirectly, peo-

ple in all corners of the world. Some key statistics include: 
      On average, every day more than 8 million people fly. In 2013 total passenger numbers were 3.1 billion, surpassing 
the 3 billion mark for the first time ever. That number is expected to grow to 3.3 billion in 2014 (equivalent to 44% of the 
world's population). 
     About 50 million tonnes of cargo is transported by air each year (about 140,000 tonnes daily). The annual value of 
these goods is some $6.4 trillion, or 35% of the value of goods traded internationally. 
     Aviation supports over 57 million jobs and generates $2.2 trillion in economic activity. The industry's direct econom-
ic contribution of around $540 billion would, if translated into the GDP ranking of countries, place the industry in 19th 
position. 
     Global airline industry turnover is expected to be $743 billion in 2014, with an average industry net profit margin  
of 2.6%. 

 

Here is our latest group of new Flight Engineers set to Graduate this Thursday Nov 06.  

Gaetz‐Sinclair award winner was already presented to Cpl Schulz. 
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Continued from page 5, August Propwash; Article  by E.J. Burton 
 

O n May 4, 1956, we were flying from Cambridge Bay when our #2 engine had to be shut it down because it blew a coolant line. We re-
turned to Cambridge Bay and landed on the ice strip. We checked the engine and discovered metal filings in the filters, so an engine 

change was required. The squadron flew a maintenance team with a new engine to Cambridge. We tied the ends of three large wooden poles 
together to make a tripod, and then we attached pulleys at the apex of the tripod. With the tripod placed over the engine on the aircraft, we 
could remove the propeller and put it on the ground. Then we removed the engine the same way. Now the tripod wasn’t mobile so it required 
brute strength to remove the propeller from the engine and finally move the engine away from the holding bolts on the wing. Once the pro-
peller and the engine were removed, a fork lift from the base was used to move them out of the way. The procedure was then performed in 
reverse to install the new engine and the propeller onto the aircraft. We returned to Churchill on May 20th., so it took the four of us 16 days 
to change the engine, something that is usually performed in a couple of days under ideal conditions. Although this happened in May, the ice 
strip was still in use, so the temperatures were still at the freezing levels. I remember that we had to protect the working area from the wind 
and had a tarpaulin hung around the tripod. This gave us some shelter from the biting cold wind, enabling heat from a Herman Nelson heater 
to penetrate the engine compartment. The NCO, Sgt Shorty Holmes, who came from our Churchill base with a couple of men to help us 
change the engine, told me years later, that it was the coldest and hardest job that he was ever involved in. 
     During war time, the Lancaster only had one pilot and a Flight Engineer. The Flight Engineer sat beside the pilot in a swing down seat 
with a narrow strap for back support. This seat was over the entrance to the nose compartment. During peace time operations, because we 
utilized two pilots, the second pilot occupied the Flight Engineer position, which now had a plywood wooden seat with a seat belt and a thin 
cushion filled with a stiff packing material. There was no cushion for the back of the seat, just for the seat portion. The chair was quite a 
height off the floor so there was no place to put your feet, except to let them hang down, or put them on the undercarriage lever hydraulic 
lines, or on the window sill opposite the seat. Some of our photo flights or SHORAN flights could last up to twelve hours or more, and we 
could be on oxygen all this time, as we usually flew over twenty thousand feet. So moving about the aircraft was not possible.                       
     In May, 1958, I was transferred to Lachine, Quebec, flying on North Star aircraft, becoming a Flight Engineer on the aircraft in June, 
1959. The North Star had a swing down seat between the two pilots, from which the Flight Engineer could manipulate the throttles and other 
levers and switches. My time on the North Star was approximately a couple of years. I can remember one instance where I pulled or did 
something to my back. We were in El Irish in July, 1960, and I was returning from the mess hall to the aircraft. As I approached the aircraft, I 
noticed an Arab riding a camel approaching the rear of the aircraft. This did not alert me to anything that he might do , as there were Arabs 
and camels all over the place. Attached to the tail of the aircraft is a metal tripod which is installed when the aircraft is being loaded or un-
loaded, to prevent the aircraft from tipping on its tail if weight changes cause the tail of the aircraft to go down. As I approached the aircraft 
from the nose position, I noticed our Arab friend turn his camel back towards the tail of the aircraft. Getting him beside the tripod, I watched 
him remove the fastener pin holding the tripod in place. Then holding the tripod in one hand, he put his camel into high gear and immediately 
took off. I started to run to the rear of the aircraft but tripped over a rope holding a wheel chock in place. I pushed myself away from the un-
dercarriage as I lost my balance and glanced off the rear of the twin wheels as I fell to the ground, half landing on the rear chock which was 
behind the main wheels. It didn’t bother me that much at the time, although I could feel that I had possibly pulled a muscle. Unfortunately I 
could not run as fast as the camel and our Arab friend was now the proud owner of a North Star Tripod. I have no idea what an Arab would 
do with a red coloured tripod from a Canadian North Star, but he had a trophy, while I had a sore back. It felt worse the next day when we 
arrived in Marville, France. But if I had complained of my back injury, the operation could have been delayed while another Flight Engineer 
was flown in from Canada to replace me.  
      Churchill was a stopover point for flights headed to Resolute Bay and other places in the Arctic. The base personnel always gave prefer-
ence to the North Star due to the cargo of food onboard, so hangar space was always provided. This was in contrast to when we were flying a 
Lancaster through Churchill. We rarely got hangar space, and had to do maintenance and servicing on the Lancaster in the Arctic cold. Now 
being on North Stars, I could really turn it on when I encountered a Lancaster crew who would be working under the midnight sun on the 
tarmac.  
     There was an incident in Resolute Bay which happened in February, 1960. One winter evening, a cook from the mess hall took some gar-
bage outside, and as he exited the snow tunnel, which was approximately twenty feet in length from the back door of the mess, he was at-
tacked by a Polar Bear and killed. We flew into Resolute with the North Star a few days after that incident and when we left; his body was on 
the manifest as part of the cargo. When I was on the Lancaster and there were reported sightings of Polar Bears near the Resolute airstrip, the 
station would often loan us a 30/30 Rifle when we had to work on the Aircraft. We usually placed it next to a Herman Nelson heater, because 
if the rifle got too cold, it wouldn’t fire. Usually, there were numerous Huskies roaming about who were very friendly, and we hoped they 
would make a fuss if they got the scent of a bear. 
     In the early sixties’ the work horse of Air Transport Command, the North Star, was replaced with the Yukon transport aircraft. I was cho-
sen as a Flight Engineer on the Yukon aircraft during 1961. The Lancaster and North Stars were noisy inside the aircraft compared to the 
Yukon. In comparison, the Yukon was fairly quiet inside the fuselage. The Flight Engineer seat was comfortable and easily moveable to 
reach the power or fuel levers. The Flight Engineer could sit between both pilots for easy access to everything on the front quadrant, or 
turned to monitor the many gauges, switches, and other controls on the Flight Engineer panel. Directly behind the Flight Engineer position 
was located the circuit breaker panel. There was one incident in particular during which crew members were injured and literally held hos-
tage. It happened on a trip to Leopoldville in the Congo, in November, 1961.We had landed in Leopoldville, the capital of the Belgian Con-
go, on Nov 18th. and we parked some distance from the air terminal, where we were supposed to unload our cargo of aircraft parts and acces-
sories for the UN garrison there. This was the time in the early sixties’ when the Congolese Army had raided many towns and villages, kill-
ing hundreds of people. In one particular incident, the crew of a UN Italian boxcar aircraft had been seized and the crew murdered. We had 
landed in Leopoldville two days after the incident. On this particular day, the air crew had walked over to the main terminal while I and the 
other Flight Engineer and the Transportation Technician were engaged in normal, after flight duties inside the aircraft. Looking out the cock-
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pit windows, we saw some heavily armed Congolese army paratroopers running towards the aircraft. They lined up outside the front of the 
aircraft and ordered us out immediately. We stuck our heads out the door, wondering what was happening and noted a very aggressive Con-
golese Officer on the ground. He ordered us to evacuate the aircraft immediately. The other Flight Engineer started to climb down the ladder 
but was pulled off by the Officer, and fell the remaining three or four feet to the ground. I was right behind him and was also pulled off the 
ladder, falling approximately four or five feet. I knew immediately that I would have bumps and bruises after falling on the cement of the 
taxiway on my back. The other Flight Engineer had landed on his wrist, and it appeared to be sprained. We were lined up with the firing end 
of rifles pointing squarely at us. As the Congolese Officer removed the ladder, we told him there was another crew member still on board. 
Hearing this, he began to rant and rave and threw the ladder to the ground. At this time, the Transportation Technician appeared at the door 
and was told to jump or he would be shot. He jumped, but injured one of his ankles when he hit the ground. It must be noted that the Yukon 
cockpit is approximately twenty feet from the Ground. We were then marched down the taxi way from where we were parked, which was 
extremely difficult for the Transportation Technician to do. So the other Flight Engineer and I carried him the best we could. The Congolese 
Officer told us to leave him alone, which we ignored. We finally met up with the Officers from our crew. They had been ordered to get into a 
car, which they refused to do. It was about this time that General Carr, who was the Air Force UN Liaison Officer, appeared on the scene and 
who took charge of the situation. He told the Congolese Officer what to do, when to do it, and where to go. The Officers were taken away 
someplace by General Carr while we were herded into an empty, windowless room, and kept under guard. After a number of hours, the Of-
ficers returned and we were told to unload the aircraft, and as soon as that was done, we could depart. The Aircraft was unloaded in record 
time. Without refuelling, we started the four engines by using our onboard APU and left Leopoldville. Although we had to manage with our 
remaining fuel, we did make it to another nearby airport, where we landed and refuelled. We took off and headed to Pisa, in Italy, which was 
our staging point. Here was an instance when small injuries could not be avoided and due to our location, to whom would we report them. 
The other engineer had only sprained his thumb and neither of us asked for medical attention when we arrived in Marville, France, two days 
after this event.  
     Refuelling the Yukon could be a difficult task. The refueling panel was on the underside of the Starboard wing at the rear of the number 
four engine. One had to have a two or three step stepladder in order to reach the panel, and insert the ten inch hose into the wing receptacle. 
The hose nozzle, which seemed to weigh fifty pounds, had to be lifted above your head, then twisted into a fitting in the wing and locked in 
position. If it was not locked correctly, refueling would not begin, and you would have to try all over again. Usually the Shell or Imperial Oil 
people did this, but on occasion, the Flight Engineer's had to do it, because the fuel suppliers were not licensed to touch any part of the air-
craft. 
     The Lancaster and North Star Aircraft were not sound proofed like present day aircraft. Of the two, the North Star was one of the noisiest 
aircraft ever built. The Army associated with the UN, hated to fly in the North Star. When I left the Air Force, I passed a hearing test. But I 
consider my loss of hearing today could be due to my exposure to noise, while maintaining and flying in these aircraft for over twenty years 
without the benefit of ear noise suppressors.  
     I ended my career flying on the VIP Yukon’s in 412 Squadron, and had the pleasure of carrying the Royal Family and other dignitaries 
around the world. I can honestly say, that even though I did things at times and in some instances in an unorthodox manner, I got the job 
done safely, and never jeopardized the safety of the Aircraft or those who flew on the aircraft. During my flying career, especially on trips 
carrying VIPs, I can honestly and proudly say, that the manner in which I handled my responsibilities, contributed, aided, and enabled the 
flights to be performed on time with no problems, and with absolute safety. I'm proud of my flying years, and if I had a chance, I would do it 
all over again. But I would want to do it in the same way as we did it in the forties’ and fifties’. Rules and Regulations did not seem to exist 
in those days, but that was when flying brought out the best in aviators. 
     I doubt that there are many members alive today from my era, who were engaged in the RCAF post war structure during the late forties’ 
and early fifties’, who participated in the "opening up of the North". There are obviously some of us still around, but unfortunately our ranks 
are dwindling. Soon any stories of our exploits will only be recalled by "hearsay" and will be lost in the annals of time. Those early years 
were hard, but then we did what we had to do to get the job done. There was just no other way, but it worked.   Whether in War time or Peace 
time, we all served Canada to the best of our abilities,  

How We'll Stop Planes From Vanishing 

When Malaysia Airlines Flight 370 disappeared in March, the world became acutely aware of limitations in aircraft surveillance. But 

now airlines are in the process of adopting a new satellite-based, air traffic control technology, which will replace radar as the primary 
tracking method for planes. The system, Automatic Dependent Surveillance-Broadcast (ADS-B), uses a transmitter installed aboard air-
craft to stream position and velocity data, via a radio-frequency broadcast, to operations control centers and other planes. Since it uses 
GPS, ADS-B can pinpoint missing airliners to within dozens of meters, versus the 100-mile range seen in radars. This year, 658 of the 
660 planned ADS-B ground radio stations will enter service. A network of 66 upgraded satellites will also launch into orbit by the end of 
2017, covering the planet, and closing gaps in radar and ground stations that contributed to the vanishing of MH370. The hardware is 
ready, but airlines must pay the $100,000 bill to install ADS-B in each of their planes. The FAA and other government agencies have 
mandated that this addition be done by 2020. 

 

   Things that do you no good in aviation: Altitude above you. 
Runway behind you. Fuel in the truck. A navigator. Half a second ago. 

Approach plates in the car. The airspeed you don't have. 

http://www.aopa.org/News-and-Video/All-News/2014/August/Pilot/f_talltale�
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Seventy  F i ft h  Anniversary  of  the  He l icopter  

 

I gor Sikorsky's quest for a practical helicopter began in 1938, when as the Engineering Manager of the Vought-Sikorsky Division of Unit-
ed Aircraft Corporation, he was able to convince the directors of United Aircraft that his years of study and research into rotary-wing 

flight problems would lead to a breakthrough. His first experimental machine, the VS-300 was test flown by Sikorsky on 14 September 
1939 tethered by cables. In developing the concept of rotary-wing flight, Sikorsky was the first to introduce a single engine to power both the 
main and tail rotor systems. The only previous successful attempt at a single-lift rotor helicop-
ter, the Yuriev-Cheremukhin TsAGI-1EA in 1931 in the Soviet Union, used a pair of uprated, 
Russian-built Gnome Monosoupape rotary engines of 120 hp each for its power.[ For later 
flights of his VS-300, Sikorsky also added a vertical aerofoil surface to the end of the tail to 
assist anti-torque but this was later removed when it proved to be ineffective.[4] 
     The cyclic control was found to be difficult to perfect, and led to Sikorsky locking the cyclic 
and adding two smaller vertical-axis lifting rotors to either side aft of the tail boom. By varying 
pitch of these rotors simultaneously, fore and aft control was provided. Roll control was pro-
vided by differential pitching of the blades. In this setup, it was found that the VS-300 couldn't fly forward easily and Sikorsky joked about 
turning the pilot's seat around. 

Sikorsky’s S-97 Raider looks like the future. Not the distant future ,not the 

“Star Trek” future, but a closer, more attainable future. Its design is based primarily on 
Sikorsky's X-2 project, and as the name implies, this isn’t just the future of helicopters. 
This is the future of helicopters at war. 
     The Raider turns the standard helicopter’s normal balancing tail rotor perpendicular, 
making it a much faster pusher propeller. Rotors are great for maneuverability, and 
they allow for a much smaller landing surface than the runways required by fixed-wing 
planes, but helicopters often suffer from slow speed. The Raider features two rotors on 
top, spinning in opposite directions to counter each other’s torque, and the tail propel-

ler provides forward momentum. With this set up, the X-2 set an unofficial helicopter speed record by flying 258 mph in 2010. The Raider 
is, by and large, the production version of the X-2, tweaked and armed for military customers. 
     According to Sikorsky, the Raider can cruise at 253 mph. Sikorsky is marketing the Raider as a replacement for the OH-58 Kiowa Warri-
or, which tops out at about 110 mph when armed. In addition to two pilots, the Raider can carry up to six troops with gear inside, letting it 
both scout out enemy positions and then add troops to the fight. The troop capacity of the Raider is about half that of the Blackhawk, one of 
the Army’s main troop carriers, and a lot less than that of the shape-changing V-22 Osprey, but it falls nicely between them both in speed. 
The Raider shows that helicopters can be faster.  

Highest Ascent; In 1972, Jean Boulet 

flew an Aerospa ale SA 315B Lama to 

a record‐breaking al tude of 40,820 

feet before an engine failed 

Highest Landing; Didier Delsalle claimed 
the record for the highest helicopter landing 
when he parked a Eurocopter AS350 B3 atop 
Mt. Everest in 2005. 

Longest Flight; Robert Ferry piloted an MDD‐Hughes 

OH‐6A nonstop 2,213 miles from California to Florida 

in 1966, se ng the world record. 

Fastest Climber; Delbert Hunt, flying a 

Sikosky CH‐54‐B reached an al tude of 5.6 

miles (29,568 feet) in 5 minutes and 58 sec‐

onds in 1971. His record s ll stands. 

HELICOPTER HALL OF FAME — The rotorcra  is hailed for its versa lity: it can fly up, down, backward and sideways; it can hover, 

spin in a circle, and stop in midair. It can also be incredibly demanding to pilot, which makes these five record‐se ng feats all the more 

remarkable. With the ever con nuing advancements in helicopter designs, it wont be long before these records are sha ered. 

Fastest Flight Around the World; Sco  

Kasprowicz and Steve Sheik set the record in 

2008 in an Agusta A‐1095 helicopter with a  me 

of eleven days, seven hours and two minutes. 

 

Drinker: “Barman do you have any helicopter flavoured crisps”? Barman: “No sir, we only have PLANE”. 

http://en.wikipedia.org/wiki/Vought-Sikorsky_VS-300#cite_note-Helicopter_World-4�
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KC-46 Tanker  

T he KC-46 is a wide body, multi-role tanker that promises to revolutionize 
the air mobility mission. It can refuel all U.S., allied and coalition mili-
tary aircraft compatible with international aerial refueling procedures, 

any time, on any mission, and can carry passengers, cargo and patients whenever 
and wherever needed. The ability to detect, avoid, defeat and survive threats using 
multiple layers of protection will allow the KC-46 to operate safely in medium-threat 
environments. With unmatched operational flexibility, the KC-46 is a mobility game 
changer. Boeing is on contract with the U.S. Air Force to deliver 179 KC-46 Tankers. 

The KC-46 is based on a commercial 767. With more than 1,000 built to date, the 767 is a proven commercial airliner, freighter and tanker 
already in service. It delivers more fuel at all ranges and from shorter runways, three times more cargo pallets, up to twice as many passen-
gers and over 30 percent more aeromedical evacuation patients than the KC-135 that it is replacing. New robust defensive systems and cock-
pit armor protection enhance KC-46 crew survivability.  
     Large Boeing 787, 15-inch displays allow KC-46 pilots to quickly optimize flight parameters for critical decision making and mission 
success.  
     The KC-46’s ability to refuel all fixed-wing receiver aircraft anytime, on every mission, including simultaneous multi-point refueling, is 
enabled by an advanced design fly-by-wire boom based on the proven KC-10 boom, and 21st century centerline and wing-mounted hose and 
drogue systems.  
     The KC-46 is based on the most fuel-efficient commercial airplane in its wide body class. Highly efficient design saves the Air Force hun-
dreds of millions of dollars through lower KC-46 maintenance, depot and repair costs.  
     Onboard KC-46 aircraft health diagnostic systems provide real-time health monitoring and improve operational availability and mission 
capability. Ninety nine percent dispatch reliability means greater mission effectiveness for the KC-46 and unprecedented availability to meet 
more mission requirements with fewer tankers.  

U U G G G H H H H H L Y  

E lbit Systems Ltd. is apparently working with the Israeli Ministry of Defence to 
develop an unmanned cargo plane, dubbed the “Flying Elephant”. Sources say that a 
cargo unmanned aircraft is a “huge, slow, self takeoff and landing pallet carrier that 
would fly through high winds and land in austere, unpaved areas.” The Ministry of De-
fense’s Research & Development Directorate (Mafat) launched the project last year.      
Under the unpublicized multiyear contract, Elbit System will develop multiple proto-
types of the Flying Elephant, which will be designed for maximum safety, stability, and 
carrying capacity. The cargo UAS will have limited range given the close proximity of 
most combat theaters, where Israel is likely to deploy large numbers of ground forces. 
Future versions of the Flying Elephant may be configured for medical evacuation missions, with ground troops uploading severe casualties 
for the return flight home. “The intensifying threat from rockets and missiles of all types is driving changes in the way we employ existing 
assets, as well as the requirements shaping our future force,” an IDF general staff officer told “Defense News”. “Certainly, unmanned alterna-
tives will be needed for scenarios that expose aircrews [of C-130 cargo planes and utility helicopters] to exceedingly high risks.”  

No one likes it, apart from blind people, and I'm sure even they can sense it's profound ugliness as it flys by.  

CCC---177 LOADMASTER CONTROL PANEL 177 LOADMASTER CONTROL PANEL 177 LOADMASTER CONTROL PANEL ——————   Its rather Flight Engineerish looking EH! Ole chap!Its rather Flight Engineerish looking EH! Ole chap!Its rather Flight Engineerish looking EH! Ole chap!   

Sgt. Rich Lees occu-
pies the forward 
loadmaster station 
at the forward end 
of the cargo bay. 
Interconnected with 
the two pilots, the 
loadmaster can 
control such things 
as doors, locks, 
hydraulics, etc. 

Only one loadmaster is 
required on the Globe-
master. In this case, 
MCpl Zdravko “Z” 
Saric is manning the 
rear loadmaster station 
located by the aircraft 
ramp. The station is 
occupied during air-
borne drops from the 
ramp or side doors. 
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    Watson, “Whipper” Donald      September 16, 2014 
Lapointe, “Joe” Joseph      October 31, 2014 
    Woodman, ”Dick” Anthony      November 10, 2014 
    Gary Johnston       November 21, 2014  

Fa l l e n   Ea g l e sFa l l e n   Ea g l e sFa l l e n   Ea g l e s    

We	record	with	great	sadness	the	passing	of	the	
	following	members	of	the	Association	

Eternal rest grant them O Lord, and let perpetual light shine upon them. 

 

PROPWASH	WEBSITE	
<http://www.cmfea.ca>	

Association	President	and	Website	Editor	
Mac MacGregor — (613) 475-5711 — 

lg.macgregor@sympatico.ca 
8 Rosslyn Drive, Brighton ON  K0K 1H0 

Treasurer 
Douglas Gauthier  

fe091@sympatico.ca  
PO Box 1493 Brighton, ON  K0K 1H0 

Secretary 
D.M. Knockleby —— (613) 394-5958 —— 

knock_knockleby@hotmail.com 
46 First Avenue, Trenton  ON  K8V 4G4 

Editor 
Bruce Dyer —— (905) 639-6709 —— tdyer@cogeco.ca 

701 Castleguard Cr., Burlington  ON  L7N 2W7 

Please submit changes of home or email addresses  
to any of the above executive members 

Ta l l y  Ho !  H o!  Ho!
Ta l l y  Ho !  H o!  Ho!Ta l l y  Ho !  H o!  Ho!   

WATSON, Donald R. "Whipper"  
Retired after 29 years Warrant Officer, RCAF and com-
pleted his career with 14 years of commercial flying.  

Anthony Richard Woodman 
A long time resident of Comox BC, Dick Woodman was 
born in Fort Chipewyan, Alberta.  His early life reads like 
a Canadian adventure story. His father was a fur trader 
with the Hudson Bay Company, while his mother ran the 
Northern General Store. 
     Dick was a wireless air gunner during WWII, from 1943-
45, enlisting at 17 years old. After the war, he received his 

radio ticket. This began a new adventure, that took him to the Middle East 
for work on an American oil tanker. After his marriage to Shirly McPhie 
in 1951, Dick launched his Air Force career with 426 Transport Squadron 
in Trenton, Ontario. During that time, he experienced many international 
missions and was lucky enough to have visited most continents. His only 
regret was not landing in Antarctica, only flying over it. Among his most 
memorable missions, was bringing a B-24 Liberator back from India to 
the Air Force Museum in Rockcliffe, Ontario, in 1967. 
     Dick was transferred to 442 Squadron in Comox BC in 1968. In 
1970, he retired after having achieved 10,000 hours of flying time. 
     Dick and Shirly, with six children in tow, then made their new 
life in the Comox Valley. Dick moved into a civilian job, working 
for Island Ready Mix from 1970-1987. His community involvement 
included Toastmasters, the Kiwanis Club, the Legion and RCAFA 
888 Wing. Dick was instrumental in the building of the 888 Wing 
and was the honorary president from 1988-90. 
     Dick Woodman enjoyed a long and celebratory life after retire-
ment. He and his wife Shirly enjoyed many overseas trips and cruis-
es with a special group of friends. They welcomed twelve grandchil-
dren and three great grandchildren. Their door was always open and 
welcoming to family and friends alike. Everyone had a seat at the 
table. Dick's 80th and 90th birthday celebrations played out in the 
local paper like a 'guessing' game'. "DO YOU KNOW DICK?' was 
posted weeks before the Birthday celebrations. Everyone wore their 
buttons declaring "I KNOW DICK"! 
     2014 was a landmark year for Dick Woodman. He celebrated his 
63rd wedding anniversary to his beloved 'Shirl' and a 90th Birthday 
party, which welcomed over a 100 well-wishers to the family home 
on Strathcona Crescent. The highlight of the year was a surprise 

Alaskan cruise that brought 25 children, spouses and grandchildren 
together for 7 days. They were the crazy fun and infamous family, 
as they all wore baseball caps declaring, "I'm With Dick". 
     From his early days in Fort Chipewyan, to his adventures on the 
high seas, to international missions and travels, Dick had many, 
many hilarious and memorable stories to recount. He liked nothing 
more than to be part of a big gathering of family and friends, drink-
ing and talking into the wee hours of the morning. All that knew 
him enjoyed his humour and good nature. 

When someone you love becomes a memory, the memory becomes a treasure. 
                                                                                        1 Corinthians 13:7 

Merry Christma & Happy New YearMerry Christma & Happy New YearMerry Christma & Happy New Year   

Gary Johnston 
Gary became a Flight Engineer in Comox 442 Squadron on CH113 
Labradors in 1975. While in Comox, Gary was the recipient of sev-
eral awards, related to harrowing missions and searches. I believe 
one was the “Golden Eyeball Award”. For this one, he had spotted a 
sheet paper in a creek where there never should have been a sheet of 
paper. Upon closer inspection they found the Bell 47, they were 
looking for. 
     These awards were Squadron level and a little bit of tongue in 
cheek, but serious in other ways. 
      In 1980 he moved to Gander, 103RU and did a three year tour 
there. 
     In 1983 he went on the CC130 Herc course and was transferred 
to Edmonton, 435 Squadron. Gary was the Engineer in the third 
Herc. of the infamous 3 plane flyover in which the first two collided 
during a battle break to landing. 
     After that, he did a short ground tour, and then back to flying 
until 435 was moved to Winnipeg, at which time Gary retired, after 
a distinguished career on Labradors and Hercules. 
     Gary, throughout his career, was a very well liked and respected 
engineer, known for his sense of humor, and will truly be missed by 
family, friends and all who flew with him. 


	Aviation in 2114? What will it be like. For the answer, it might help to review the advances to date. Starting with1903, one hundred and eleven years ago with the iconic first flight of the Wright brothers in their 1903 Wright Flyer. The brothers taught the World to Fly! Wind, sand, and a dream of flight brought Wilbur and Orville Wright to Kitty Hawk, North Carolina, where, after four years of experimentation, they achieved the first successful airplane flights in 1903. With courage and perseverance, these self-taught engineers relied on teamwork and application of the scientific process. What they achieved changed our world forever. Eleven years later in 1914, their invention had morphed into flimsy wood and canvas covered airplanes that were armed, and also capable of dropping bombs.
	     This year marks the 100th anniversary of the first commercial flight: a 23-minute hop across Florida's Tampa Bay. The St. Petersburg-Tampa Airboat Line was subsidized by St. Petersburg officials who wanted more winter tourists in their city. The alternative: an 11-hour train ride from Tampa. That day, pilot Tony Jannus had room for just one passenger, the mayor of St. Petersburg, who sat next to him in the open cockpit. Three months later, when tourism season ended, so did the subsidy. The airline had carried 1,204 passengers but would never fly again.
	     Air travel was a risky business back then. Those early flights were akin to a roller-coaster ride today, but the risk was real. It took some time for the commercial airline industry to really get going. Back then, train travel ruled. Most people viewed air travel as an expensive extravagance at the time. But this new mode of travel also captured everyone's imagination. People knew that big things were coming and that air travel would be in the middle of it all.
	     The fundamentals of air transport will not change dramatically. We’ll still need (three kilometres) of asphalt to take off and land. So we’re not looking at airports in the foreseeable future handling aircraft that take off ballistically and have trouble on re-entry.
	Anti-gravity aircraft or electric batteries powering airplanes will probably happen one day, but no work is being done by the serious guys on that yet.
	     We’ll see airplane that are marginally better every cycle, that are quieter every generation, use less fuel, less polluting fuels, carry people longer, farther, and perhaps a little higher to be more (aerodynamically) efficient.
	     Boeing may or may not be working, with the Pentagon, on the B797. Or is it the X-48 unmanned aerial vehicle? Or the BWB (blended wing body)?
	     Anti-gravity propulsion, not thrust, may or may not launch airplane-like vehicles of the future into orbit.
	     Supersonic, post-Concorde, may be resurrected.
	     People movers could be humongous drones.
	     Planes may eventually be powered by electric batteries.
	     All are conceivable. But don’t hold your breath.
	     The fact, not universally known, is that some airplanes currently do have the technical ability to take off, fly and land, all without a pilot.         The aircraft will follow a pre-programmed route. But before pilots come down on the notion like a ton of bricks, let’s hastily add that this is not about to happen. No one would board a pilotless airplane, and pilots are essential in case something, or anything goes wrong.
	But what are the whiz-bang technologies that will revolutionize commercial aircraft 100 years hence? What transformative, not just evolutionary technologies will be developed? How will the airline experience of 2114 stack up against today’s? No one can answer that with any accuracy.
	     The last truly transformative technological achievement in commercial aerospace was the jet engine, developed in the 1930s and 1940s for jet fighters, but not commonly used in commercial aircraft until nearly 20 years later.
	     Many aerospace engineers believe that aviation’s most likely radical futuristic commercial design, will take a page out of military flying wings like the B2 “stealth” bomber, except much bigger to accommodate a few hundred passengers. It would supplant the traditional notion of an airplane,  a long tube with engines anywhere from the front of it to the rear, by a flattened-out delta-shaped design.
	     In decades to come, someone will invent a new kind of propulsion. Anti-gravity seems to be perfectly attainable physically because gravity is a force,  and like with electricity, you find a way to reverse that force. And when someone figures out how to harness that anti-gravity force, at that point, the airline industry will be totally different. 
	     But on the way to that ultimate breakthrough, aviation will have to achieve more modest breakthroughs, like bio-fuels that can be produced in industrial quantities. Its highly likely that cargo operators will begin using pilotless aircraft in the not-too-distant future.
	     There are major secrets to be uncovered that a small group might first successfully uncover and pioneer to advance aviation to a level that we can only dream about at the present time.
	Message from the President.
	As 2014 races to a close, I look back and wonder where the year went. Here in Southern Ontario, we endured a harsh winter unlike anything we have seen in many years. Spring and Summer were cooler and wetter than we have seen in a few years, although Fall has been pretty nice for the most part, and who knows what is in store for this coming winter.
		The 2014 Reunion in Comox has come and gone, and for those that attended, it was a very enjoyable time. The weather in the Comox Valley was absolutely stellar throughout our whole stay, making it very difficult to leave after the festivities were over. Attendance was a bit disappointing, although all those that did attend, seemed to enjoy themselves, I know I did. I would like to take this opportunity to personally thank Fred Goldie and his committee on behalf of the CMFEA, for the tremendous job they did putting this reunion together . Anyone who has been involved with organizing an event like a reunion, knows how much work can be involved, and the stress that goes with it when large amounts of money are involved. A personnel THANK YOU, and a BRAVO ZULU to each and every member of the 2014 Comox Reunion Committee, for stepping up and hosting the reunion this year.
		I would like to take this opportunity to thank the members who responded to our appeal to receive/view the Propwash on line. As we stated, our biggest annual expense is the printing and mailing of the Propwash, and your support will help a great deal to reduce our yearly expenses. Again, I appeal to any member who has access to the internet to consider viewing your copy on line, and enjoy the full colour version instead of the back & white mailed version. To our members who do not have access to a computer or the internet, rest assured you will continue to receive your Propwash in the mail. Please let us know if you move or change you email address. We can't get the Propwash out to you if we don't know where you are.
		I would like to invite all our members to attend the next reunion in Trenton in 2016. The tentative date at this time is the weekend of the 9,10, 11 of September, and I hope we will see many of you there.
	     That brings me to the final point I would like to discuss with you, the membership. The question arose at this past reunion as to whether or not we should continue to hold national reunions every two years, and those of us on the national executive have had similar discussions here as well about the same issue. In the years since the CMFEA was formed, a great number of the original members have passed away, and those still with us are reaching an age where travel is very difficult, if not impossible because of medical issues or the cost of travel (one coast to the other) in this country. It seems that the same people in each region are taking on the task of organizing the bi-annual reunion, and we don't seem to be attracting a lot of new faces to these events. With this in mind, I am going to suggest that the reunion in Trenton in 2016 will be the last reunion we will hold on a regular basis every two years, unless I hear a huge response from the members that we should continue them. If indeed, 2016 is the last regular annual reunion, should we try to do something special? 
	     I don't want to suggest that there will not be future events. Each region has their own functions on a yearly basis and that will continue. In fact, I hope each region would let the membership know about these events either through the Propwash or the web site, so everyone is aware and could arrange to attend if they were in the area. If any of our members have strong feelings about these issues one way or another, I would like to hear from you. My contact information is listed in the Propwash.
	     Finally, in closing, I would like to take this opportunity on behalf of the CMFEA Executive, to wish each and everyone of you and your families, a very 
	MERRY CHRISTMAS  AND A HAPPY, HEALTHY & PROSPEROUS NEW YEAR.
											L.G. “Mac"   MacGregor    President CMFEA 
	The rain was pouring down and there was a big puddle in front of the Celtic Pub, in downtown Trenton. A ragged old retired Flight Engineer was standing near the edge with a fishing rod, his line in the puddle.
A curious young air force pilot came over to him and asked what he was doing.
              Fishing,' the old Flight Engineer simply said.
              Poor old fool,' the air force officer thought and he invited the ragged old Flight Engineer into the pub for a drink.
              As he felt he should start some conversation while they were sipping their whisky, the haughty pilot asked,
	              "And how many have you caught?'  
				'You're the eighth,' the old Flight Engineer answered.
	Please submit your association dues for 2015.
	Helluva good deal for only 0.02739726 ¢ a day for 365 days  =  $10.00
	A flight engineer (FE), also sometimes called an air engineer, is a member of an aircraft’s flight crew and is the person who monitors and operates its complex aircraft systems. In the early era of aviation, the position was sometimes referred to as the "air mechanic". Flight engineers can still be found on some larger fixed wing airplanes, and rotary wing helicopters. A similar crew position exists on some spacecraft.
	     Not all large aircraft were designed and built with a flight engineer's position, and in many, if not most modern aircraft, their complex systems are both monitored and adjusted by electronic microprocessors and computers, resulting in the elimination of the flight engineer's position.
	     Historically, as airplanes became ever larger requiring more engines and complex systems to operate, the workload on its two pilots became excessive during certain critical parts of the flight regime, notably takeoffs and landings. Piston engines on airplanes required a great deal of attention throughout the flight with their multitude of gauges and indicators. Inattention or a missed indication could result in engine or propeller failure, and quite possibly cause loss of the aircraft if prompt corrective action was not taken.
	     In order to dedicate a person to monitoring the aircraft's engines and its other critical flight systems, the position of "flight engineer" (FE) was created. The FE did not actually fly the airplane; instead, the flight engineer's position had a specialized control panel allowing for the monitoring and control of various aircraft systems. The FE is therefore an integrated member of the flight deck crew who works in close coordination with the two pilots during all phases of flight.
	     Traditionally, the FE station has been usually placed on the main flight deck just aft of the pilot and copilot. Earlier referred to as a "flight mechanic" on the four engine commercial seaplanes like the Sikorsky S-42, Martin M-130 and the Boeing 314 Clipper, the FE's role was referred to as an "engineer" (much like a ship's engineer) on the first very large flying boat, the Dornier Do-X. On the Do-X, the FE operated a large and complex side facing engineering station similar to later large transport aircraft.
	     The first commercial land airplane to include a flight engineering station was the  Boeing 307 Stratoliner, but only ten were built before the onset of World War II. During the war the Avro Lancaster and the Hadley Page Halifax bombers employed FEs, as these large aircraft employed only a single pilot. The first Allied military operation during the Second World War involving FEs occurred in February 1941 with a Short Stirling; it was the first four-engined bomber raid of the war by the RAF.
	     Starting in the 1980s, the development of powerful and small integrated circuits and other advances in computers and  digital technology eliminated the need for flight engineers on airliners and many modern military aircraft. Some of the last aircraft built with flight engineer stations were early-production Boeing 767s, Tupolev Tu-154s and military variants of the  Boeing 707, such as the E-3 Sentry and E-6 Mercury.
	     On two-pilot flight deck airplanes, sensors and computers monitor and adjust systems automatically. There is no onboard technical expert and third pair of eyes. If a malfunction, abnormality or emergency occurs, it will be displayed on an electronic display panel and the computer will automatically initiate corrective action to rectify the abnormal condition. One pilot (PF) does the flying and the other pilot (PNF) resolves the issue.
	     The elimination of flight engineers on certain airframes has become a topic of controversy among aerospace professionals following several incidents, in which pilots may have been overcome by task saturation. Modern technological advancements in today's aircraft have reduced the dependence upon human control over systems. However, aircraft designed with the dependence upon a flight engineer to identify and correct in-flight malfunctions exhibit a higher mission-successful rate than aircraft modified with an electronic flight malfunction/correction analysis system. For this reason, some military aircraft still retain flight engineers, since the cost of hiring extra crew members is less of an issue for military and government organizations than it is for commercial operators.
	Comprehending Engineers - Take Three
	
A Pastor, a Doctor and a Flight Engineer were waiting one morning for a particularly slow group of golfers.
The engineer fumed, "What's with these guys? We must have been waiting for 15 minutes!"
The doctor chimed in, "I don't know, but I've never seen such ineptitude!"
The pastor said, "Hey, here comes the greens-man. Let's have a word with him."
"Hey George. Say, what's with that group ahead of us? They're rather slow, aren't they?"
The greens-man replied, "Oh, yes, that's a group of blind firefighters. They lost their sight saving our 
clubhouse from a fire last year, so we always let them play for free anytime."
The group was silent for a moment.
The pastor said, "That's so sad. I think I will say a special prayer for them tonight."
The doctor said, "Good idea. And I'm going to contact my ophthalmologist buddy and see if there's 
anything he can do for them."
			The Flight Engineer said, "Why can't these guys play at night?"
	Flying in a Kite
	It was a cool and blustery day on September 27, 2014 at the Guelph Airpark. It was the annual open house and fly in event at the Tigerboys. The turnout  of people and visiting aircraft seemed lower than in past years. The cool weather and high winds may have been a contributing factor to the low attendance. But, with the wind approaching the no-go limits, I was still able to take a flight in the Tigerboys Fleet Finch.
	     The history of the Finch began back in the latter part of the nineteen twenties. The Fleet Aircraft Division of the Consolidated Aircraft Corp. was formed in Buffalo, New York, in 1929, specifically to undertake production of the Fleet Trainer. Prior to 1932, the Fleet I (110-hp Warner), the Fleet 2 (100-hp Kinner), and the Fleet 7 (125-hp Kinner) outsold any other make in their class and also proved to be popular overseas, particularly in China and Latin America. In all, about 600 Fleets were produced in the United States before production was terminated in 1935.
     In the late 1930s, Fleet Aircraft of Canada acquired the manufacturing rights to the design and began producing an improved version of the Fleet I under the designation Fleet 16B, Finch 11. These models were equipped with 125-hp Kinners, and over 600 were delivered to the R.C.A.F. as basic trainers during the early part of the war. Most of these Canadian models are equipped with a sliding canopy to replace the open cockpit of the earlier models. Perhaps, 30 Fleets exist today in the United States, with a few more active in Canada and other countries. 
	     Getting into the cockpit of the aircraft is truly an exercise in dexterity. After climbing up onto the inner slopping surface of port wing, you grab on to the upper wing hand hold. You then lift your right leg up over the side of the fuselage and put your foot down and on to the leather seat. After this, you do the same with your left leg. Now standing on the seat and still holding on to the hand hold, you carefully slide yourself  down into a sitting position on the seat. After installing yourself into the cockpit box, you strap in with a shoulder/lap seatbelt and you’re now, literally wearing the aircraft. Sitting in the tight confines of the cockpit, you have no room to move your body except your arms.
	     Powered by our Kinner B-5, five-cylinder, 125 hp radial piston engine, and at an estimated take off weight of  1800 lbs, we applied take off power. The shaking, rattling, and noisy flying contraption quickly jumped into the air  in a very short distance, with the assist of a strong gust of wind. We bobbed our way up and down in wind shear as we climbed to and levelled off 3000 ft. Cruising along at about 80 mph in moderate turbulence, we enjoyed the view of the vast expanses and patchwork of country fields below.
	     To our surprise, we were shortly joined in flight by another aircraft who began to fly along with us in close formation. The aircraft was a Citabria aircraft. This airplane is a light single-engine, two-seat, fixed conventional gear airplane which entered production in the United States in 1964. Designed for  flight training, utility and personal use, it is capable of sustaining  aerobatic stresses from +5g to -2g. Its name spelled backwards, "airbatic", reflects this.  Siting in the rear seat of the aircraft was Eric Dumigan with his camera, shooting pictures of our aircraft as we flew along together.
     For the past twenty three years, Eric has freelanced for several Canadian, American, French, Australian and British Aviation magazines. He has published over 250 articles and 2,500 photos as well as having photos in several aviation museums and businesses. Eric enjoys photographing everything from weddings to wildlife. He is a Certified Photographic Consultant with the Society of Photographic Consultants and is a member of the Society of Photo Finishing Engineers, and works for Canada’s largest photo finishing company as a Minilab Support & Quality Analyst.
	     At one point flying in formation, we had to dive down and away from the Citabria while he was flying above us, to avoid a collision. The up and down turbulence from the wind almost lifted our aircraft up and into the bottom surface of the Citabria. Once back in a somewhat stable flight formation with the Citabria off our starboard wing, I shot numerous pictures of Eric’s aircraft while he was shooting us.
	     Later after landing, I made enquiries to determine who had been flying  formation with us. Having been told that it might have been Eric Dumigan, I was able to contact him by email to confirm it was him. He was kind enough to forward me a set of the photos he shot of us flying inn the Fleet Finch.
	    It turned out to be a most memorable day, one I will never forget, flying in a kite.
	Editors note; What started as a hobby for Eric at age nine soon turned into a life long passion. To date Eric has written over 240 articles and has more than 2,700 photographs published in calendars, books and magazines. His family photo collection dates back three generations to when his grandfather photographed the R-100 airship at St. Hubert, Quebec in 1930. 
	2014 marks the 100th anniversary of commercial flight! 
	 	First commercial flight:
	Commercial aviation began with only one passenger on one route on January 01, 1914, in Florida, USA. Today the global aviation industry provides unprecedented connectivity, and positively impacts directly and indirectly, people in all corners of the world. Some key statistics include:
	      On average, every day more than 8 million people fly. In 2013 total passenger numbers were 3.1 billion, surpassing the 3 billion mark for the first time ever. That number is expected to grow to 3.3 billion in 2014 (equivalent to 44% of the world's population).
	     About 50 million tonnes of cargo is transported by air each year (about 140,000 tonnes daily). The annual value of these goods is some $6.4 trillion, or 35% of the value of goods traded internationally.
	     Aviation supports over 57 million jobs and generates $2.2 trillion in economic activity. The industry's direct economic contribution of around $540 billion would, if translated into the GDP ranking of countries, place the industry in 19th position.
	     Global airline industry turnover is expected to be $743 billion in 2014, with an average industry net profit margin 
	of 2.6%.
	GOTTA WATCH WEBSITES
	http://www.space.com/21284-what-does-a-flight-engineer-do-in-space-video.html
	How We'll Stop Planes From Vanishing
	When Malaysia Airlines Flight 370 disappeared in March, the world became acutely aware of limitations in aircraft surveillance. But now airlines are in the process of adopting a new satellite-based, air traffic control technology, which will replace radar as the primary tracking method for planes. The system, Automatic Dependent Surveillance-Broadcast (ADS-B), uses a transmitter installed aboard aircraft to stream position and velocity data, via a radio-frequency broadcast, to operations control centers and other planes. Since it uses GPS, ADS-B can pinpoint missing airliners to within dozens of meters, versus the 100-mile range seen in radars. This year, 658 of the 660 planned ADS-B ground radio stations will enter service. A network of 66 upgraded satellites will also launch into orbit by the end of 2017, covering the planet, and closing gaps in radar and ground stations that contributed to the vanishing of MH370. The hardware is ready, but airlines must pay the $100,000 bill to install ADS-B in each of their planes. The FAA and other government agencies have mandated that this addition be done by 2020.
	Seventy Fifth Anniversary of the Helicopter
	Igor Sikorsky's quest for a practical helicopter began in 1938, when as the Engineering Manager of the Vought-Sikorsky Division of United Aircraft Corporation, he was able to convince the directors of United Aircraft that his years of study and research into rotary-wing flight problems would lead to a breakthrough. His first experimental machine, the VS-300 was test flown by Sikorsky on 14 September 1939 tethered by cables. In developing the concept of rotary-wing flight, Sikorsky was the first to introduce a single engine to power both the main and tail rotor systems. The only previous successful attempt at a single-lift rotor helicopter, the Yuriev-Cheremukhin TsAGI-1EA in 1931 in the Soviet Union, used a pair of uprated, Russian-built Gnome Monosoupape rotary engines of 120 hp each for its power.[ For later flights of his VS-300, Sikorsky also added a vertical aerofoil surface to the end of the tail to assist anti-torque but this was later removed when it proved to be ineffective.[4]
	     The cyclic control was found to be difficult to perfect, and led to Sikorsky locking the cyclic and adding two smaller vertical-axis lifting rotors to either side aft of the tail boom. By varying pitch of these rotors simultaneously, fore and aft control was provided. Roll control was provided by differential pitching of the blades. In this setup, it was found that the VS-300 couldn't fly forward easily and Sikorsky joked about turning the pilot's seat around.
	Sikorsky’s S-97 Raider looks like the future. Not the distant future ,not the “Star Trek” future, but a closer, more attainable future. Its design is based primarily on Sikorsky's X-2 project, and as the name implies, this isn’t just the future of helicopters. This is the future of helicopters at war.
	     The Raider turns the standard helicopter’s normal balancing tail rotor perpendicular, making it a much faster pusher propeller. Rotors are great for maneuverability, and they allow for a much smaller landing surface than the runways required by fixed-wing planes, but helicopters often suffer from slow speed. The Raider features two rotors on top, spinning in opposite directions to counter each other’s torque, and the tail propeller provides forward momentum. With this set up, the X-2 set an unofficial helicopter speed record by flying 258 mph in 2010. The Raider is, by and large, the production version of the X-2, tweaked and armed for military customers.
	     According to Sikorsky, the Raider can cruise at 253 mph. Sikorsky is marketing the Raider as a replacement for the OH-58 Kiowa Warrior, which tops out at about 110 mph when armed. In addition to two pilots, the Raider can carry up to six troops with gear inside, letting it both scout out enemy positions and then add troops to the fight. The troop capacity of the Raider is about half that of the Blackhawk, one of the Army’s main troop carriers, and a lot less than that of the shape-changing V-22 Osprey, but it falls nicely between them both in speed.
	The Raider shows that helicopters can be faster. 
	Highest Landing; Didier Delsalle claimed the record for the highest helicopter landing when he parked a Eurocopter AS350 B3 atop Mt. Everest in 2005.
	Drinker: “Barman do you have any helicopter flavoured crisps”? Barman: “No sir, we only have PLANE”.
	KC-46 Tanker 
	The KC-46 is a wide body, multi-role tanker that promises to revolutionize the air mobility mission. It can refuel all U.S., allied and coalition military aircraft compatible with international aerial refueling procedures, any time, on any mission, and can carry passengers, cargo and patients whenever and wherever needed. The ability to detect, avoid, defeat and survive threats using multiple layers of protection will allow the KC-46 to operate safely in medium-threat environments. With unmatched operational flexibility, the KC-46 is a mobility game changer. Boeing is on contract with the U.S. Air Force to deliver 179 KC-46 Tankers. The KC-46 is based on a commercial 767. With more than 1,000 built to date, the 767 is a proven commercial airliner, freighter and tanker already in service. It delivers more fuel at all ranges and from shorter runways, three times more cargo pallets, up to twice as many passengers and over 30 percent more aeromedical evacuation patients than the KC-135 that it is replacing. New robust defensive systems and cockpit armor protection enhance KC-46 crew survivability. 
	     Large Boeing 787, 15-inch displays allow KC-46 pilots to quickly optimize flight parameters for critical decision making and mission success. 
	     The KC-46’s ability to refuel all fixed-wing receiver aircraft anytime, on every mission, including simultaneous multi-point refueling, is enabled by an advanced design fly-by-wire boom based on the proven KC-10 boom, and 21st century centerline and wing-mounted hose and drogue systems. 
	     The KC-46 is based on the most fuel-efficient commercial airplane in its wide body class. Highly efficient design saves the Air Force hundreds of millions of dollars through lower KC-46 maintenance, depot and repair costs. 
	     Onboard KC-46 aircraft health diagnostic systems provide real-time health monitoring and improve operational availability and mission capability. Ninety nine percent dispatch reliability means greater mission effectiveness for the KC-46 and unprecedented availability to meet more mission requirements with fewer tankers. 
	UUGGGHHHHHLY
	Elbit Systems Ltd. is apparently working with the Israeli Ministry of Defence to develop an unmanned cargo plane, dubbed the “Flying Elephant”. Sources say that a cargo unmanned aircraft is a “huge, slow, self takeoff and landing pallet carrier that would fly through high winds and land in austere, unpaved areas.” The Ministry of Defense’s Research & Development Directorate (Mafat) launched the project last year.      Under the unpublicized multiyear contract, Elbit System will develop multiple prototypes of the Flying Elephant, which will be designed for maximum safety, stability, and carrying capacity. The cargo UAS will have limited range given the close proximity of most combat theaters, where Israel is likely to deploy large numbers of ground forces. Future versions of the Flying Elephant may be configured for medical evacuation missions, with ground troops uploading severe casualties for the return flight home. “The intensifying threat from rockets and missiles of all types is driving changes in the way we employ existing assets, as well as the requirements shaping our future force,” an IDF general staff officer told “Defense News”. “Certainly, unmanned alternatives will be needed for scenarios that expose aircrews [of C-130 cargo planes and utility helicopters] to exceedingly high risks.” 
	No one likes it, apart from blind people, and I'm sure even they can sense it's profound ugliness as it flys by. 
	{    Watson, “Whipper” Donald	     September 16, 2014
	{ Lapointe, “Joe” Joseph	     October 31, 2014
	{    Woodman, ”Dick” Anthony	     November 10, 2014
	{    Gary Johnston		     November 21, 2014	
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	WATSON, Donald R. "Whipper" 
	Retired after 29 years Warrant Officer, RCAF and completed his career with 14 years of commercial flying. 
	Anthony Richard Woodman
	A long time resident of Comox BC, Dick Woodman was born in Fort Chipewyan, Alberta.  His early life reads like a Canadian adventure story. His father was a fur trader with the Hudson Bay Company, while his mother ran the Northern General Store.
	     Dick was a wireless air gunner during WWII, from 1943-45, enlisting at 17 years old. After the war, he received his radio ticket. This began a new adventure, that took him to the Middle East for work on an American oil tanker. After his marriage to Shirly McPhie in 1951, Dick launched his Air Force career with 426 Transport Squadron in Trenton, Ontario. During that time, he experienced many international missions and was lucky enough to have visited most continents. His only regret was not landing in Antarctica, only flying over it. Among his most memorable missions, was bringing a B-24 Liberator back from India to the Air Force Museum in Rockcliffe, Ontario, in 1967.
	     Dick was transferred to 442 Squadron in Comox BC in 1968. In 1970, he retired after having achieved 10,000 hours of flying time.
	     Dick and Shirly, with six children in tow, then made their new life in the Comox Valley. Dick moved into a civilian job, working for Island Ready Mix from 1970-1987. His community involvement included Toastmasters, the Kiwanis Club, the Legion and RCAFA 888 Wing. Dick was instrumental in the building of the 888 Wing and was the honorary president from 1988-90.
	     Dick Woodman enjoyed a long and celebratory life after retirement. He and his wife Shirly enjoyed many overseas trips and cruises with a special group of friends. They welcomed twelve grandchildren and three great grandchildren. Their door was always open and welcoming to family and friends alike. Everyone had a seat at the table. Dick's 80th and 90th birthday celebrations played out in the local paper like a 'guessing' game'. "DO YOU KNOW DICK?' was posted weeks before the Birthday celebrations. Everyone wore their buttons declaring "I KNOW DICK"!
	Alaskan cruise that brought 25 children, spouses and grandchildren together for 7 days. They were the crazy fun and infamous family, as they all wore baseball caps declaring, "I'm With Dick".
	     From his early days in Fort Chipewyan, to his adventures on the high seas, to international missions and travels, Dick had many, many hilarious and memorable stories to recount. He liked nothing more than to be part of a big gathering of family and friends, drinking and talking into the wee hours of the morning. All that knew him enjoyed his humour and good nature.
	When someone you love becomes a memory, the memory becomes a treasure.
	Merry Christma & Happy New Year
	Gary Johnston
	Gary became a Flight Engineer in Comox 442 Squadron on CH113 Labradors in 1975. While in Comox, Gary was the recipient of several awards, related to harrowing missions and searches. I believe one was the “Golden Eyeball Award”. For this one, he had spotted a sheet paper in a creek where there never should have been a sheet of paper. Upon closer inspection they found the Bell 47, they were looking for.
	     These awards were Squadron level and a little bit of tongue in cheek, but serious in other ways.
	      In 1980 he moved to Gander, 103RU and did a three year tour there.
	     In 1983 he went on the CC130 Herc course and was transferred to Edmonton, 435 Squadron. Gary was the Engineer in the third Herc. of the infamous 3 plane flyover in which the first two collided during a battle break to landing.
	     After that, he did a short ground tour, and then back to flying until 435 was moved to Winnipeg, at which time Gary retired, after a distinguished career on Labradors and Hercules.
	     Gary, throughout his career, was a very well liked and respected engineer, known for his sense of humor, and will truly be missed by family, friends and all who flew with him.

